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I. Scope
Purpose
The Maine Department of Transportation has authorized the Louis Berger Group
to conduct a study for an evaluation of funding mechanisms to support non
highway transportation programs; demand response and fixed route transit, ferry,
air, bike and pedestrian and rail passenger services.
This draft report will outline available Federal, State and Local financial tools to
affect the purposes of the Maine Strategic Passenger Transportation Plan. First
the report will give descriptions of each tool (Part II) and then the report will apply
those tools to each element of the Maine Strategic Passenger Transportation
Plan (Part III).

Need
Demand is increasing upon Maine’s transportation infrastructure due to changing
economic conditions, changing demographics, as well as an effort to enhance
tourism in Maine while minimizing travel by automobile.
The Strategic
Passenger Transportation Plan looks outside of traditional highway construction
solutions to increased travel demands, through the use of enhanced public
transportation and alternative transportation methods.
At this point, public transportation funding cannot constitutionally be derived out
of state transportation funds. Instead, public transportation is funded purely by
fare box and other service generated income, local support, Federal programs,
and Maine’s General Fund. These sources of funding have not kept pace with
increasing cost of providing service. Needless to say, new sources of funding
need to be explored as a necessary first step to the addition of new capacity.
As new sources of funds are sought, it is useful to categorize these sources in
one of five basic categories. This report will detail each category, which are as
follows:
1.
2.
3.
4.

Grants from federal, state, and local governments.
Transit fare revenues.
Dedicated taxes and user fees.
Using property rights to generate income. Some of those mechanisms
include the sale or lease of property, the operation of concessions, and
renting of advertising in transportation facilities.
5. Benefit sharing revenues.
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II. Available Tools
Bonds and COPs
Often bonds are used as a method to raise capital. An entity will issue bonds,
apply the proceeds to the purchase of equipment or the financing of construction,
and then pay the bondholders principle and interest over time. If the bonds have
an identified revenue stream to be used to repay the interest and principle, they
are often called revenue bonds. Since revenue bonds have the added security of
an identified source of repayment, the lower risk factor leads to lower finance
costs.
However, the associated costs of bond issuance make it very difficult to achieve
cost effective bond issuance at levels beneath $10 million. Therefore, Bonds and
Revenue Bonds are often used only to finance major construction projects.
Through the use of a mechanism know as COPs (Certificates of Participation),
the financial tool afforded by bonding becomes available for a multiple number of
entities for smaller projects.
COPs are tax-exempt bonds, issued by a
government entity (issuing entity), that are usually secured with specific revenue
sources such as equipment or facilities lease. In certain instances, the bond
issuance can be tax exempt, allowing for lower finance costs. Often the bonds
are issued with maturities that match the lease terms of the assets that are
purchased with the proceeds of the bond issuance. The issuing entity can often
lease the equipment to one or more transit systems.
The resulting lease payments, most often derived from formula funds and local
matching share, are then effectively passed through to the bondholders by way
of the issuing entity. With the combination of a larger purchasing power, COP’s
with varying maturities, and lease arrangements, the capital costs can be
reduced and stabilized by all of the participating public transit providers.
■ Both traditional bonds and COPs work the same way: advancement of
capital in anticipation of project revenue.
■ Assumes a willingness to undertake debt financing.
■ Depending on structure - Tax-exempt status for investor equates lower
cost of capital.
■ The financed facility then can be leased to an operator.
■ Formula funds, local funds and revenue can be used to make lease
payments.
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State Infrastructure Banks (SIBs)
State Infrastructure Banks (SIBs) were first authorized under ISTEA. Once
authorized under applicable state law and upon successful application through
the federal program, an SIB can be used to provide loans, enhance credit, serve
as capital reserves, subsidize interest rates, ensure letters of credit, finance
purchase and lease agreements for transit projects, provide bond or other debt
financing security, and provide other assistance that leverages funds.
Essentially, the program allows for use of federal funds to capitalize a revolving
fund, administered by the State DOT. However, use of funds in primary and
secondary rounds is constrained to FHWA and FTA eligible expenditures.
Federal oversight is maintained by an annual reporting requirement and by
requiring an investment grade rating on debt issuance or the maintenance of
bond insurance to assure the viability of the fund.
An alternative can be developed which takes the SIB out of the traditional
constraints of federal funding. State funding or another source of funds can be
used to capitalize an SIB. Often, States have established the infrastructure for
an SIB in order to use federal funds under the federal SIB program. However,
depending upon the constraints of State law, this same infrastructure can be the
recipient of non-federal capital. The restriction on the use of such funds would
not be strictly limited to the highway and public transit uses under the pure
federal program. Instead, an expanded SIB can then be used to finance
transportation projects such as freight rail improvements.
Example: To date, both Florida and Arizona have exercised the option of
capitalizing their SIBs with non-federal funds.
Federal SIB obligations as of September 30, 1999 totaled $565.9 million, of
which $24.1 million represents transit dollars. Through September 30, 1999, 28
states have loaned a total of $377 million to assist in-the financing of 96 projects.
These loans are supporting $2.9 billion in construction, a leveraging ratio of
7.6:1.

Lease Payments
Most FTA capital funding can be used to repay the principal and imputed interest
costs of a facility or of a rolling stock lease. This capability also applies to the
capital and interest costs of contracting for service.
Under a lease structure, the equipment or facility can be purchased by a leasing
company and leased to the grantee. The grantee would then make the lease
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payments from a combination of Federal funds and local matching funds. The
benefit to the grantee is the ability to arrange cash flow needs on a more level
basis. A secondary benefit arises if there is an ability to bank the local share so
that interest can be earned on those funds.
■ Instead of funding capital purchases or construction, FTA funds can be used to
make lease payments.
■ Caveat: Must demonstrate that a lease is more cost-effective than a direct
purchase.

Joint Development of
Transit Assets
Under flexibility allowed under FTA treatment of a facility jointly developed with
private interests, the value of the federal funded land development can be used
to leverage private investment in a joint project. In other words, real estate
interests can be granted to attract private capital for a project. Grantees can
lease air rights or transfer the FTA interest in one property to another to allow the
private development or other use of what would otherwise be unavailable for
private interest development.
FTA grants can be used to fund improvements within 1,500 from center of a
transit line or of the station. While FTA funds cannot generally be used to fund
the development of property that is not directly on or adjacent to the transit
facility, the transit property can be subdivided. Once subdivided, the FTA interest
can be vested wholly in one part while the other would be considered 100
percent local share, for the purpose of leasing or mortgaging.
■ FTA’s “Livable Communities” Initiative.
■ Transference of property rights (l.e. air rights) so that FTA funded'property can
be transferred to another entity to allow private development and use.
■ Reviewed on case-by-case basis by FTA.
■ Allows the transit system to actively support land use changes that increase
transit use and program income.
Example: Santa Clara County Transit Authority. Through the use of the joint
development tool, development of a transit/ housing project was achieved
adjacent to light rail station. Not only are annual lease revenues realized in the
amount of $200,000 to $300,000, the transit system has gained resident users of
its system.
Example: Vermont Commuter Rail/ Burlington Union Station. The Burlington
Union Station was renovated for use as the terminal station for the new Vermont
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Commuter Rail. In partnership with a private real estate developer, a mixed-use
facility was developed which preserved the historic features of the building,
combined compatible retail uses, and provided for a modern passenger rail
station. The Burlington recreation trail and waterfront are nearby, so the mixture
of a health club with shower facilities, a news stand and other office/retail has
either been envisioned or already developed.
Example: New Hampshire Intermodal Facilities/ Concord Intermodal Facility.
Located in downtown Concord, this facility serves as transportation hub for car
and van pooling services, as well as interstate bus service, city bus service, taxi
service, secure bike racks, and lockers. The $1.7 million project, sponsored by
New Hampshire DOT and the City of Concord, was largely funded through
Federal Congestion Mitigation Air Quality funds. The partnership was forged with
Concord Trailways, a private intercity bus provider. Through their relocation to
the new facility, Concord Trailways reports that they are 25% ahead of sales over
their old property in Concord. The facility was constructed with secondary tenant
space, which ultimately could be leased for complimentary uses.
Example: New Hampshire Intermodal Facilities/ Portsmouth Intermodal Facility.
This facility is located at Pease International Trade Port. It will offer bus service,
car and vanpooling, taxi service, bicycle racks, and lockers. In addition, this
facility is designed to accommodate future rail service and will provide secure
parking for individuals utilizing air service from Pease. Space is also provided for
secondary tenants offering complimentary uses.
Example: New Jersey Transit/ Woodbridge Station. In a partnership with the
Downtown Woodbridge Merchants Association, New Jersey Transit was able to
renovate a derelict train station into a high use property with integrated retail
uses. Where once there had been a forbidding, dark and dirty passenger facility,
there is now a user-friendly, attractive, and highly used train station. Funding
was obtained from NJ Transit and the Geraldine R. Dodge Foundation.
Example: Washington State DOT. WSDOT is currently working with the
Burlington Northern Santa Fe Railroad (BNSF) and a nonprofit organization to
rehabilitate the Seattle Terminal. This Terminal is situated on the BNSF line and
also hosts Amtrak Intercity Service. A variety of retail uses are incorporated into
the facility.
Example: Maryland Mass Transit Administration. The MTA is currently working
with Greyhound to build a new Greyhound Terminal and Light Rail Commuter
Rail Station.
Example: Utah DOT. They used partnerships with private interests to develop
highway rest areas.
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Example: Idaho Public Transit. Several Section 5311 and 5307 providers share
facilities with interstate carriers.
Pocatello Regional Transit, North Idaho
Community Express, and CART, Inc. own or lease facilities that are also used by
private carriers. Although it is indicated that no private funds went toward the
initial development of these facilities, the development costs is at least being
partially defrayed through these lease arrangements.
Example: Michigan DOT. They have solicited the participation of the private
sector in the joint development of facilities.

Design-Build
Design Build has become an increasingly popular method of managing and
containing project costs and risks. When design elements of a project are
combined with construction elements, the responsibilities for management and
cost control are passed to a third party contractor. This concept can be adopted
as an innovative financing tool through the implementation of a Super Turnkey &
Private Financing method.
BOT is a process that was initially authorized in Section 3019 of ISTEA. The
technique could be attractive for smaller grantees. The Turnkey Manager may
assist with project financing by accepting delayed compensation, credit
enhancements such as an insured line of credit, or even total project financing
through the issuance of their own bonds.

Delayed Local Match
The FTA grants process generally is based on a level outflow for a specific
project. If federal dollars were expended first,, by allocating 100% for earlier
costs (design or engineering), the local share can be used at a latter time to
finance the construction, allowing those local funds to be banked or pledged as
additional security for construction period financing. This is possible as there are
no federal concerns regarding arbitrage of local funds.
■ An ability to delay the application of local match funds.
■ Of particular use where there is a desire to maximize the use of the locally
available funds.
Local funds could be invested, or otherwise remain
unencumbered.
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Toll Credits
Toll Credits are a new mechanism, created under ISTEA and refined under TEA21, which allows States to take credit for toll revenue raised and applied to
capital purposes. This tool allows the credits to be applied across an entire
program.
Title 23 of the U.S. Code allows the State DOT’S to receive an investment credit
for certain toll revenue expenditures on highway, bridge, or tunnel infrastructure.
The State can apply the credit towards the non-Federal matching share of all
programs authorized by Title 23, ISTEA, TEA-21 except for the emergency relief
program. While toll revenue credits are not directly facilitated in Federal Transit
laws, the credits can readily be applied to transit capital investments. To the
extent credits are available, a State may use up to 100 percent Federal funds on
benefiting projects and a local match would not be required.
To earn credits from toll road expenditures, a State must meet the Maintenance
of Effort (MOE) Test. A State can pass the MOE requirement by demonstrating
that it is keeping up its commitment to non-Federal transportation investing. As
long as the State’s overall revenue committed to the transportation program does
not decrease, capital investments on public and private toll facilities, including
ferry boat operations paid for by toll revenues, may be used to establish a toll
credit.
Toll credits submitted to and accepted by the Federal Highway
Administration do not expire and may be applied at will by the State.
It is important to recognize that toll credits do not increase the overall funds
(Federal + State) available for highway and transit capital improvements.
However, toll credits can be used as an important financial tool. Toll credits
provide greater flexibility to States, MPOs, and local governments in satisfying
the non-Federal matching requirements of a project. Useful applications for toll
credits are demonstrated in the following scenarios.
Examples:
Scenario 1 - Local or State Funds are not available to meet the Federal match
requirements.
Toll credits could be applied to eliminate the local match requirements. For
example:
Federal Transit Funds Available = $8,000,000
Local Match Requirement
= $2,000,000
Total Program

=$10,000,000

If toll credits are applied rather than requiring a local match the program would
be:
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Federal Transit Funds Available = $8,000,000
Toll Credit - No Match Required = None
Total Program

=$8,000,000

The application of the toll credit has eliminated the local match requirements, but
the program has been reduced by an equivalent amount.
Scenario 2 - Transit operating funds are insufficient. Toll credits may be used to
partially convert Federal Transit Capital funds to operating funds. For example:
Federal Transit Capital Funds = $8,000,000
Local Match
= $2,000,000
Total

=$10,000,000 available to purchase 40 vehicles @
$250,000

Application of the toll credit would have the following impact:
Federal Transit Capital Funds = $8,000,000
Toll Credit - No Local Match = None
Total

=$8,000,000 available to purchase 30 vehicles @
$250,000
$2,000,000 available for operating costs

The toll credit has reduced the capital program by $2,000,000 and reduced the
purchase of buses from 40 to 30 vehicles. However, the reduction in the capital
program would permit the $2,000,000 previously used for a match of the capital
program to now be available for operating assistance.
Essentially, the application of toll credits as counting toward the local match
allows the State and local agencies to use the match share for other projects
including operating costs. A project’s local match could be banked, or used as
matching funds for a discretionary grant, or used to facilitate the early completion
of other projects.
Example: Vermont Agency of Transportation. The VAOT uses toll credits
derived from a privately operated ferry service as match to enhancement funded
projects.
Example: Washington State DOT. WSDOT uses toll credits for transit related
projects.
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Advanced Construction and Grant
Anticipation Revenue Vehicles (GARVEE)
Traditionally, FHWA funds have not allowed States to start projects without cash
on hand. In other words, the program operates as a reimbursement program,
releasing cash after funds from other sources have already been expended. The
result has often been that States have had to manage Federal funds differently
that state funds. It has also meant that despite financial viability of any particular
project, funds would have to first be amassed up front before a project could be
commenced.
ADVANCE CONSTRUCTION
For traditional FFIWA/FTA federal-aid funding of transportation projects, there
isn’t a differentiation by phase for project development. In the past, this meant
that funding for an entire project had to be available at the beginning of
construction. States were required to have enough obligation authority to cover
the entire Federal share of a Federal-aid project before construction started. For
example, if the Maine DOT had $30,000,000 of Federal-aid available per year
and wanted to execute a $100,000,000 project, the DOT would have to limit
Federal funding or build the project in phases.
The Federal requirement that sufficient obligation authority must be available
before project construction can begin, affects the delivery of Federal-aid projects
by:
1. Impeding construction of large-scale projects because of the number of
years it takes for the DOT to reserve the obligation authority needed
before construction can commence.
2. Reserving enough obligation authority for a large-scale project, the
DOT may have to delay Federal reimbursement on smaller scale
projects.
Through advance construction, the DOT may use its own up-front capital
required for a project and preserve eligibility for future Federal-aid funding for that
project. In other words the DOT may initiate a Federal-aid project in a fiscal year
and obligate the project in a future fiscal year. At a later point, the DOT may
obligate Federal-aid funds for reimbursement of the Federal share. This
technique allows the DOT to build a transportation project that is eligible for
Federal-aid when the need arises, rather than having to set aside obligation
authority immediately for the Federal share. This financial mechanism also
allows the DOT to access capital from a variety of sources, including its own
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funds and private capital in the form of anticipation notes, commercial paper, and
bank loans.
In order to receive future reimbursement for an advance construction project, the
DOT must have FHWA “designate” the project and approve it as an advance
construction project (For FTA this would be similar to a letter of no prejudice.)
Flowever, the DOT may determine when to obligate funds for reimbursement of
the project, by “converting” the entire project to a regular Federal-aid highway
project in a future year provided that the State has the capacity to obligate
sufficient funds for full Federal-aid reimbursement. Advance construction allows
the Authority to manage its Federal-aid funds more effectively, by choosing when
to seek reimbursement.
When used to its fullest, this approach can resemble the “construction finance”
seen in private capital markets such as commercial real estate development,
where a developer uses short-term debt to finance construction and then
replaces the short-term debt with long-term debt after construction is completed
and the building is ready to generate revenue or provide benefits to the public.
•,FHWA \ FTA allows states to advance construct projects provided that the project
is on the State’s Transportation Improvement Program (STIP). Also, FHWA
permits advance construction at a level of at least twice the fiscal years obligation
ceiling for the state.
Therefore, if the Maine DOT were to receive $60,000,000 of Federal-aid
obligation, up to $120,000,000 worth of projects could be advance constructed.
PARTIAL CONVERSION OF ADVANCE CONSTRUCTION
Partial conversion of advance construction is a form of advance construction in
which the State converts, obligates, and receives reimbursement for only part of
its funding of an advance construction project in a given year. This removes any
requirement to wait until the full amount of obligation authority is available. The
State can therefore obligate varying amounts for the project eligible cost in each
year, depending on how much of the State’s obligation authority is available.
This removes any requirement to wait until the full amount of obligation authority
is available.
As a result of partial conversion of advance construction, the Maine DOT could:
■ Reprogram partially converted funds from past advance constructed
projects into new projects;
■ Eliminate a major single year “draw down” of Federal funds and
obligation authority due to one project; and
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■ Demonstrate better project cash flows.
In addition to securing project benefits earlier and improving cash flow to the
Authority, partial conversion is particularly useful when a variable revenue stream
is dedicated to the cost of a project (e.g., increment sales taxes, development
impact fees, local option gas taxes, and tolls). In many of these situations,
particularly when there is no revenue history, it is not clear at the time of
construction exactly how much Federal funding is going to be needed by the
project. Using the option to partially convert the Federal share after revenues
have materialized makes bond and note financing more viable and Federal-aid
funds available to support a greater number of projects.
As presented below, suppose the Maine DOT wishes to construct a $100 million
project that is eligible for Federal-aid at a matching rate of 80 percent of the total
project cost and decides to use advance construction and partial conversion to
finance the early phases of the project with a dedicated revenue source and use
Federal-aid for later phases. This strategy allows the DOT to start the project
quickly while maintaining Federal-aid eligibility for the project. In addition, the
DOT does not have to wait until the entire obligation authority available for this
project is set-aside before receiving reimbursement for eligible Federal-aid
expenses. Partial conversion will allow the Authority to receive Federal-aid cash
reimbursement more quickly.

ADVANCE CONSTRUCTION
CONVERSION

PROGRAM

EXAMPLE

WITH

PARTIAL

Given $60,000,000 per year obligation Authority for the Maine DOT.

FY 99 Program
$ 60,000,000 Federal Aid Obligation
$120,000,000 Advance Construction
Total
Program

$180,000,000

FY 2000 Program
+
Total
Program

$60,000,000 Federal-Aid Obligation
$40,000,000 Partial Conversion *
$20,000,000 Obligation Funds Available
$40,000,000 Advance Construction
$60,000,000
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* NOTE: The FY 2000 $40,000,000 partial conversion is an estimate of the
actual expenditures from the FY 99 Program of $120,000,000
Advance Construction

This example demonstrates one way that the Maine DOT could initiate an
increase in its Federal-Aid program through the use of Advance Construction and
partial conversion.

GARVEE BONDS
GARVEE Bonds are in essence an elaborate form of Advance Construction. For
a State to use GARVEE projects are “Advance Constructed.” Funds that are
used for initiating the projects are raised by the State issuing bonds. When the
bonds are backed or payable, at least in part by future years’ Federal-aid
apportionments, are called GARVEE bonds (named after Ms. Jane Garvey
former Deputy Federal Flighway Administrator). Project costs that are funded
with the bond proceeds must be Federal-aid eligible. Reimbursable costs include
principal, interest, and bond related costs (e.g. issuance and credit enhancement
fees).
Each year, the State will partially convert their AC projects by obligating Federalaid in an amount equal to the Federal share of the GARVEE bond’s debt service.
The standard Federal match for debt service is typically 80%. The State match
could be based on toll credits in lieu of cash. GARVEE bonds can be used in
connection with financing conventional procurements or build-manage-warranty
turnkey operations.
Grant Anticipation Revenue Vehicles (GARVEE) were implemented to address
the financial constraints of usual forms of FFIWA funding. A GARVEE can be
any bond, note, certificate, mortgage, lease or other debt financing instrument
issued by a state or political subdivision, whose principal and interest is repaid
primarily with Federal-aid funds or reimbursements.
TEA-21 enhanced the marketability of GARVEEs in several respects. It gave the
program a multi-year authorization, it places a firewall to reduce incentives to
limit transportation appropriations, and it aligns spending to revenues. In other
words, by giving the funding source greater reliability, the GARVEE vehicles
have become more marketable.
There are two general types of GARVEEs, direct GARVEEs and indirect
GARVEEs. Direct GARVEEs constitute debt service paid directly from Federal
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funds programmed for the project or projects constructed with bond proceeds.
All projects financed must follow Federal-aid requirements. In this process the
State first identifies the project(s) for direct Federal funding. The state receives
approval for debt-financed project(s). The State project(s) receive approval for
advance construction. The State issues bonds and builds the project(s) following
Federal-aid requirements. The State obligates funds and claims reimbursement
as required to make debt service payments.
Indirect GARVEEs are debt services paid through reimbursements for any
eligible expenditure. The proceeds do not necessarily have to be used -for
projects following Federal-aid requirements. Under this variation, the State
constructs eligible Federal-aid project(s) and pays the contractor with some nonFederal source of funding. The State then issues bonds backed by current
Federal reimbursements owed, and anticipated future reimbursements. The
State uses the bond proceeds to construct new projects. If the projects are
eligible for Federal funding, the State can later claim Federal reimbursements
based on these project expenditures. The State then uses the Federal
reimbursements to pay debt service on indirect GARVEEs. The reimbursements
can be from the projects financed by the indirect GARVEEs or from expenditures
for other eligible projects.
■ Matching options: cash, in-kind, toll credits

Examples:
Through September 1999, four states have issued a total of $1.3 billion in
GARVEE bonds. Massachusetts sold $921.7 million in two separate bond issues
to finance a portion of the Central Artery Project. New Mexico has sold $100.2
million for construction of State Route 44. Ohio has sold a total of $90 million in
two separate issues for its Spring-Sandusky interchange project. Mississippi
sold GARVEE bonds to finance a program of road projects to expand capacity on
the State’s highway system.
New Jersey Transit Corporation issued debt backed solely by a pledge of future
FTA funds and plans to sell a second issue in the near future. At least six other
transit agencies across the country are exploring the issuance of GARVEE bonds
for transit expansion and capital improvements.
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Railroad Rehabilitation and Improvement
Financing Program (RRIF)
With the passage of TEA-21, innovative financing has now become available for
rail projects. The new law amends Title V of the Railroad Revitalization and
Regulatory Reform Act of 1976 by replacing railroad financing programs with a
new loan and loan guarantee program. Those loans and loan guarantees can
now be offered by the Federal Railroad Administrator (as delegated by the
Secretary of Transportation) to State and local governments, government
sponsored authorities and corporations, railroads, and joint ventures that include
at least one railroad.
The following types of projects are eligible under this program:
1. Acquisition, improvement, or rehabilitation of intermodal or rail equipment
or facilities. Included are tracks, components of tracks, bridges, buildings
and shops.
2. Refinancing outstanding debt incurred for these purposes.
3. Development or establishment of new intermodal or railroad facilities.
The aggregate unpaid principal amounts of obligations under the program cannot
exceed $3.5 billion at any one time and not less than $1 billion is to be made
available for rail operations which are not Class I carriers (in other words,
insuring a set aside for regional and short line operators as opposed to national
carriers).
Priority will be given to projects that show at least one of the following:
1. Enhancement of public safety.
2. Promote economic development.
3. Enable United’ States companies to be more competitive' in the
international markets.
4. Are endorsed by transportation plans prepared under Title 23.
5. Preserve or enhance rail or intermodal service to small communities or
rural areas.
With the filling of final rules in October 1999, this program is now available.

Special Benefit Tax Assessment Districts
Beyond general taxation program, special taxes can be established under
authorizing law. If the proceeds are to be used in a definite geographical area,
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taxes on the municipal or county level are often the appropriate mechanism over
taxes generated on a statewide basis. Often these taxes are based upon
property ownership, traditionally the form of taxation reserved for local
government.
If the defined area of benefit is either smaller or larger than the municipality, there
is a challenge to the development of an equitable tax program. The Special
Benefit Tax Assessment District was designed as a cure to this challenge. A
district is formed under the enabling law and the District, once formed, can
assess a tax to fund improvements or to cover operating expense.
A special form of SBTAD is Tax Incremental Financing (TIF). TIF is intended for
situations where the benefit to be financed has measurable, positive impact on
the properties to be assessed. In other words, if the financed project will result in
higher property values, more revenue is generated for any given tax rate. If that
increase is captured as a revenue stream to repay debt, the mechanism is known
as TIF. TIF is often a useful mechanism to gain popular support for a SBTAD.
Example: Idaho Public Transit. Idaho currently has three counties that have
^approved Regional Public Transportation Authorities and several other areas
have expressed an interest. While they do not currently have Special Benefit
Assessment Districts, they plan to create legislation to create this revenue
source. Currently, there are no state funds made available for local match and
all funds rely on local property tax, contributions from charitable agencies and
social service contracts.
Example: Washington State DOT. Washington State made this option legally
available for interested communities. However, to date, no governments have
chosen to use this tool.

Voluntary Partnerships
Voluntary Partnerships can be achieved with other government programs and
private sector interests so that contributions to operating costs can be obtained.
Partnerships can be achieved with social service agencies either by way of
contract for services or a memorandum of understanding to share operating
costs.
Business Partnerships can also be achieved regarding social services,
particularly with regard to the need for business to attract labor. Welfare to Work
initiatives can often cultivate valuable private sector partners as well.
When tourist attractions are part of the route system, those businesses that
derive benefit from improved transportation links can often be partners in a
venture to establish new routes.
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Example: Vermont/ Marble Valley Transit. A partnership was achieved with the
transit provider in the Rutland City area and the operators of the Killington/ Pico
Ski Resort. Through the partnership, a route was established up to the ski resort
using the Congestion Mitigation and Air Quality Program to assist in initial
funding.
As the partnership developed, Amtrak was brought on board and a
seamless route was established in the Amtrak reservations system for tickets
right through to the Ski Resort. Colgan Air was briefly added to establish a link
from Rutland State Airport to the Ski Resort as well.
Example: Vermont/ Deerfield Valley Transit. Using funds from a variety of
sources, including the Federal Rural Economic Development Program, the public
transit program, through a partnership with local vacation resort businesses, has
already become one of the largest transit providers in the State.
Example: Maryland Mass Transit Administration. For transit programs in the
Job Access Program, private foundations and private industry councils contribute
matching funds for federal grants.
Example: Wisconsin DOT. Transportation Management Associations (TMA’s)
have been created to provide and enhance transportation for the purpose of
employment related transportation.
Example: Michigan Department of Transportation. They have organized a
Commuter Benefit Program to encourage the business community to start
alternative transportation programs.

Emissions Credits
Emission Reduction Credits can be used to raise capital to fund transportation
improvements if emission reduction can be identified. The emission reduction,
once quantified, can effectively be turned into an asset, which in turn, can be
used to attract capital for a project.

The use of market-based mechanisms has led to overall efficiency of air pollution
control programs. The first successful program was the S 02 allowance program
developed under Title IV of the 1990 Clean Air Act Amendments (Acid Rain
Control). Under this program total utility S 02 emissions were required to be
reduced from baseline levels and each source was allocated a share of the total
allowance. Individual sources had the option of installing air pollution control
equipment or use other means to operate within their allocated budget or
alternatively purchase “allowances” from other sources. Thus, the system let
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individual sources determine whether to install controls, burn a lower sulfur fuel,
or purchase allowances from another source that had elected to over-control its
emissions. S 02 allowances are determined on an annual basis and can be
purchased on the Chicago Board of Trade.
The success of the S 02 allowance program led to development of similar
programs with respect to control of VOC and NOx emissions under the ozone
control program. There are two types of emission reduction credits (ERCs)
under the ozone program, both of which have market value. The first is the
emission-offset program for new major stationary sources. The second program
is the NOx Budget program required by the Ozone Transport Commission’s
(OTC) Memorandum of Understanding (MOU) and subsequently by the EPA
NOx SIP call for all states in the 22 state domain covered by the Ozone
Transport Assessment Group (OTAG).

Emission Offsets
Under the nonattainment new source review program, a proposed new major
source of either VOC or NOx emissions must secure emission offsets prior to the
new source receiving its permit to construct. The offset must be equal to the
proposed new level of allowable emissions plus the appropriate offset ratio. The
offset ratio is prescribed by regulations and is a function of the severity of the
ozone nonattainment. The offset ratios are presented in Table 1.

Table 1: VOC and NOx Emission Offset Ratios
Area Classification
Marginal
Moderate
Serious
Severe
Extreme

Offset Ratio
1.10:1
1.15:1
1.2:1
1.3:1
1.5:1

All emission offsets must be quantifiable and calculated according to the same
method and averaging time for the base case and future case. The base case
from which to measure emission offset credits shall be the actual emissions for
the 24 months prior to submittal of the application, except that the base case
cannot be less than existing emission limitations. Credits are also limited and
cannot include reductions in emissions that were relied upon in issuing a permit
or in demonstrating attainment or reasonable further progress. Offset credits for
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reductions in fugitive emissions are creditable only against increases in fugitive
emissions. Offset credits must be contemporaneous with the increase from a
particular change. To be contemporaneous, the reduction has to have taken
place within 5 years from the date upon which the particular change occurs. The
offset credit must be federally enforceable at and after the time that actual
construction on the particular change begins.
Emission offsets must be
permanent. If an existing source proposes to switch to a cleaner fuel and create
an emission offset, such offset is not acceptable unless:
a. The license is conditioned to require the use of a specified alternative
control measure which would achieve the same degree of emission
reduction if the source switches back to the dirtier fuel at some later date;
and
b. The source demonstrates that adequate long term supplies of the new fuel
are available before the Department grants an emission offset credit for
fuel switches.
A source may be credited with emission reductions achieved by shutting down an
existing source or permanently curtailing production or operating hours below
baseline levels, provided that the work force to be affected has been notified of
the proposed shutdown or curtailment.
Emissions unit shutdowns and
curtailments in production or operating hours occurring prior to the date when the
new source application is filed may not be used for emission offset credit, except
where an applicant establishes that it shutdown or curtailed production less than
one year prior to the date of the permit application and the proposed new source
is a replacement for the shutdown or curtailment.

NOx Allowances
The OTC’s MOU is a regional commitment that has been entered into by the
northeastern states from Maryland to Maine to help meet National Ambient Air
Quality Standards (NAAQS) for ozone. The OTC has utilized these standards in
determining the permissible NOx emissions for each state. The reductions
envisioned by the OTC MOU are not designed to require all sources to meet the
exact same NOx emission rate. The reductions are factored into state NOx
allowance budgets for the years 1999 through 2002 with greater reductions
scheduled for 2003. The state budgets are based on application of stringent
controls to existing sources, with the first phase representing a 55% reduction
over 1990 baseline. The 2003 reductions have been based on an emission rate
of 0.15 Ibs/MMBtu and will represent approximately a 75% reduction from the
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baseline. The original MOU states included Maine, New Hampshire, Vermont,
Massachusetts, Connecticut, Rhode Island, New York, New Jersey,
Pennsylvania, Delaware, Maryland, the District of Columbia and northern
counties in Virginia. In 1998, EPA adopted new requirements for the Ozone
Transport Region (OTR), which expanded the area where allowances would be
required in 2003 to the 22 states represented by OTAG.
As with the acid rain control program, the OTC determined that it wasn’t practical
or necessary for all sources to meet the target standards; instead it opted for a
program that allows the open market trading of emission allowances.
Allowances must be reallocated each year. A facility may have an excess of
allowances one year and be in a position of needing to purchase allowances the
next year since they are related to actual emissions.
A source subject to the NOx allowance program must hold sufficient allowances
to equal the total tons of NOx emissions for the period May 1 through September
30. Allowances are measured in terms of tons of emissions. Once an allowance
is used toward a ton of emissions, it is essentially retired and cannot be used
v*again.

Market Value of Emission Reduction Credits
Not all emission reduction credits that may be used as an allowance under the
OTC program would qualify as an emission offset under the new source review
program. Thus, it is not surprising that the dollar value of an ERC that would
qualify as an offset is greater than that for an allowance. Emission reduction
credits are bought and sold by brokers who specialize in such credits: Air Bank
(888) 997-2265 (www.airbank.com) or Cantor Fitzgerald Brokers (800) 228-2955,
or Enron Online (www.enrononline.com) for example.
The market value of an allowance, that is the seasonal reduction credit under the
OTC program, has plummeted over the past year. In May of 1999, NOx
allowances were being sold for approximately $5,700 per ton. The NOx
allowance price has dropped to $900 per ton as of January 19, 20001. The
primary reason for the sharp decline is that the cost of achieving the reductions
was less than had been anticipated, in conjunction with the mix of fuels and units
available to operate so that the cleaner units carried the bulk of the demand.
As stated, the value of an ERC, which qualifies as an emission, offset under the
various state and EPA nonattainment new source review program is significantly
greater than for a seasonal allowance. The reductions must be permanent,
enforceable and meet the other regulatory tests. In addition, the severity of the
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ozone nonattainment is considered in the value.
The rules require that the
reduction must come from an area of equal or greater nonattainment than the
area in which the proposed new source will be located. Thus reductions in a
moderate nonattainment area can only be credited against increases in the same
or other moderate nonattainment area, whereas a reduction from a severe
nonattainment area can be used in any other nonattainment area, except for an
extreme area.
Table 2 summarizes the NOx and VOC price index as of March 2000 as reported
by the AirBank.2

Table 2 Emission Offset Price Index - March, 2000
State
Connecticut

Classification
Serious
Severe
Massachusetts
Serious
New Jersey (shut-down) Severe
New
Jersey
(non Severe
shutdown)
New York/Pennsylvania
Severe
New York/Pennsylvania
Moderate
Rhode Island
Serious

&

NOx
($/ton)
$5,500

VOC
($/ton)
$2,100

$5,850
$500
$5,400

$2,650
$400
$750

$5,750
$1,950
$5,500

$1,900
$1,700
$2,000

Acadia Island Explorer
The history of creating and trading allowances and offset credits has occurred in
the point source domain. The use of credits from the Island Explorer program
would open a new potential market, the exploration of which may be of interest to
sources that will need future credits.
Establishing a precedent to allow
development of marginally economical transportation projects by using emission
reduction credits could prove beneficial to transportation planning organizations.
The emission reductions achieved by the Island Explorer most likely would not
qualify as an emission offset without steps being taken by DEP or EPA to make
them legally enforceable. Even if this were done, it is subject to debate as to
whether they meet all the offset requirements since the amount of credit is a
function of traffic volume and ridership. Therefore, it is most likely that the
reduction credits would only qualify for use a NOx allowance.
This, of course,
reduces the market value of the credit.
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One additional factor to consider regarding the potential market value of emission
reductions associated with the Island Explorer is the future air quality planning
and State Implementation Plan (SIP) requirements. A review of the ozone
transport conditions and the relative stringency of the current 1-hour standard
versus an 8-hour average standard set at a value of 80 ppb. While Acadia
National Park is presently meeting the 1-hour standard, it would not meet the 8hour average standard. The 8-hour standard was proposed and adopted by
EPA. The standard was challenged in the courts and vacated pending additional
study. EPA has been clear that it believes the health effects data supports the
more stringent 8-hour standard and that it will re-promulgate the 8-hour standard.
The new standard will require new reductions. A program like the Island Explorer
could be built into the SIP as a cost effective strategy. This could be significant
from two perspectives: first, it could eliminate the need for more costly point, area
or mobile source controls, and second, it could provide reductions important to
the Maine Department of Transportation which will need to provide a new
demonstration of transportation plan conformity with the SIP.
1 Enron Emission Trading - Market Update dated 11/9/99
2 AirBank, Market Spotlight, Offset Price Index - March 2000
Examples: Utah DOT.
transportation projects.

The Utah DOT plans to use industrial credits for

Property as a Revenue Generator
Property owned by the State or a partner of the State can be used to generate
income, which in turn can be used to raise capital or cover operating expenses.
Such property includes rail lines, highways, vehicles and other transportation
facilities. While a transportation use often seems to fully occupy a piece of
property, there are often valuable aspects to those same pieces of property that
have not achieved a highest and best use. In other words, revenue can be
raised from those other uses and federal approval (if federal funds have been
used or involved) can often be procured as long as the use is incidental to the
public transportation purpose. The first category of uses arises and from the
existence of long, continuous pieces of property, something really unique to
highways, rail lines, navigable waters and recreation trails. A number of
commercial applications can be found where commodities need to be moved
over a distance, particularly commodities of little weight or impact. Electric
transmission, telecommunication transmission (telephone, dedicated cable, fiber
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optic), natural gas, oil, and steam. The right of way also naturally functions as a
possible source from the ordinary transportation modes that move commodities,
whether by highway (toll revenue), water (port leases and ferry tolls), or rail
(lease revenue or fees).
Examples:
1. Fiber optic cables and dedicated cable lines will continue to develop as
the need for broad band telecommunication increases. The need is
particularly large in areas of high development density (urban and
suburban areas).
2. The commercial value of real estate next to recently developed
transmission lines often increases. For example, once a broadband
telecommunication line is installed, locations on the line will be of obvious
attraction to internet-based companies.
3. Natural Gas Pipeline Development Companies have recently used rail
right-of-way to lay new pipelines. It is desirable to deal with one
landowner instead of hundreds.
The second category arises out of pure physical location, especially given the
fast development of high value transmission on radio and satellite based
communication. The need for broadband telecommunications is growing as data
transmission evolves with the development of the Internet.
As Internet
applications demand faster transmission of increasingly larger amounts of data,
standard phone lines and cables will become very limiting to users and radio
transmission, satellite transmission and other alternative transmission devices
will be sought by commercial interests. To that end, the establishment of tower
and satellite dish locations will grow, while at the same time, the smaller size of
the units will reduce the physical impact.
Examples:
1. Cell phone companies are in a constant search for tower locations to give
clear signals to all locations. Often they will not share facilities with
competitors, creating the need for ever} more towers in any given area.
Additionally, as more data moves over this mode, more capacity will have
to be built.
The third category arises from point of presentation or sale opportunities for
advertisers. In other words, transportation facilities often host a lot of users, who
often find themselves seeking information, seeking travel products or having time
to absorb advertising. This arises from a variety of opportunities, whether it is the
public transit passenger reading advertisements on the side of the vehicle, a
visitor to a passenger to a rest area seeking travel information, a visitor
accessing any touch screen application, a potential visitor accessing the State’s
tourist web page on the internet, or a traveler using a transit SMART card for a
transaction.
In other words, as owners of conspicuous public places,
advertising revenue can be easily achieved. It really becomes a question of not
quantity, but of quality or what would be deemed acceptable.
The Louis Berger Group, Inc.
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Examples:
1. Advertisements in vehicles
2. Advertisements on touch screen devices
3. Advertisements on web pages
4. Brochure rack rent
5. SMART card revenues and fees
6. Public information display units with commercial content
A fourth category arises from the need for commercial entities to collect data.
Some of that data is very location specific and other data is very market specific.
Often this data or its collection is in the sole possession of the transportation
facility owner. Some of it is now given away for free and used by commercial
interests for profit, with little thought as to the source of the data.
One form of data collection is based upon conditions that normally can only be
observed from specific locations. Once such source is the weather. Automated
weather reporting stations are now the norm and as the need for specific weather
reporting rises, the need for more stations will also arise. Presently, most such
stations are provided from ASOS or AWOS units located at airports, which often
are publicly funded and maintained units. Other condition information would also
have similar commercial application (traffic, tide, water level, road conditions,
construction delays, etc.).
Examples:
1. The sale of weather reporting data based upon current conditions.
2. The sale of historic weather reporting data for the purposes of forecasting.
A fifth category arises from the provision of data, often from the collection of
numbers, names, addresses, and traffic patterns. Often transportation facilities
are the collectors of data with commercial value. Often they could easily collect
or assemble more data with similar value. How that data is shared is often the
creature of public law and policy where privacy interests are weighed against the
need for financial sustainability.
Examples:
1. The rental or sale of address lists or names as lead lists for commercial
sales opportunities.
2. The sale of traffic data for commercial applications.
3. The sale or rental of data showing consumer patterns.
A sixth category arises out of the provision of transportation facilities to lease
tenants. This ability spans the offering of lease space to a coffee shop right
through the lease of a specific site to a phone company for a pay phone. Once
again, the location of transportation facilities is often a very good opportunity for
commercial interests to develop business catering to the traveling public. In
return for the increased availability of traveler and commuter services, the
transportation facility can often collect more revenue. As computer applications
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expand vendor opportunities, the demand for site-specific points of sale will
increase.
Examples:
1. Beverage machines.
2. Coffee shops at transit facilities.
3. Other compatible land uses at commuter facilities such as day care, dry
cleaning, and minor car servicing.
A seventh category arises out of the sale of assets that are otherwise not used.
There are obvious constraints under federal and state laws to the sale of
property, but so long as requirements are met, the outright sale of property is yet
another form of raising capital for a transportation development.
An eighth category arises from itinerant leases. Fees for vehicle parking, tractortrailer storage, and short term lease of facilities for non-transportation events,
locker fees, and baggage storage fees. Once again, transportation facilities are
great places to store things or to hold short-term events, all allowing for additional
revenue opportunities.

Facility Charges
On a broader scale than the previous heading, an entire facility can be financed
by a public entity yet be owned and operated by a commercial entity. The
commercial entity generates income and pay facility charges to repay the public
investment.

Example: Alameda Corridor Transportation Authority. Several railroads serving
the Long Beach, California Port, started to cause severe gridlock as their freight
loads increased. The track was laid a long time before the urban and suburban
communities grew up around the rail rights-of-way, leaving many grade crossing
points. In order to facilitate the development of a grade separated rail corridor,
bonds were issued, secured by revenues derived from use of corridor and other
tenants. The bonds became the obligation of the private railroads and of the two
involved port facilities.
Example: Tandem storage parks with Intelligent Transportation System
capabilities, linked with a fee structure.
Example: Maine DOT/ Macks Point Pier in Searsport. Maine DOT purchased a
pier and rail line from Bangor and Aroostock Rail and has expended funds to
renovate the pier. Sprague, a private company, will lease the pier and fund, from
operations revenue, an infrastructure fund established with the Port Authority.

The Louis Berger Group, Inc.

24

Maine Department o f Transportation

Study o f Innovative Funding Methods

Example: New Hampshire DOT/ Rail Line Ownership. New Hampshire has
entered into long term leases of its state owned rail lines for freight and tourist
excursion operations.
Example: New Hampshire DOT/ Rolling Stock. New Hampshire has purchased
intercity passenger coaches for use by private intercity carriers.

Aviation Passenger Facility Charges
Under a relatively new program authorized under the federal aviation funding
legislation, a new ability has been created for some airports to designate a
Passenger Facility Charge (PFC) as a method of raising funds for development
projects. This has become a popular method to supplement the inadequate
funding levels provided under the Airport Improvement Program.
Reauthorization legislation is currently pending, but it appears that this program
will not only continue to be authorized but will enjoy enhanced fee caps.
Example:
Burlington International Airport:
To expand their facilities to
accommodate both the growth of regional airline service as well as new low cost
air service provided by JetBlue. PFCs will be used to repay debt on a revenue
bond to be issued this year. Construction costs will be paid from the proceeds of
the revenue bond and the airport will have almost doubled their terminal facilities
by Fall 2000.

Intelligent Transportation (ITS)
Intelligent Transportation System (ITS) is a general term applied to a broad range
of diverse technologies. ITS is built on a number of technologies, including
information processing, communications, control and electronics.
Intelligent Transportation Systems are often cited as cost effective solutions to
problems caused by congestion. In other words, if technology can be harnessed
to give travelers information upon which they can make intelligent trip choices,
the greater efficiencies may obviate the need to build more expensive solutions.
Beyond congestion management, ITS can also be applied to safety, way-finding,
and travel information. Currently, there are federal funds available to plan and
develop ITS applications.
Once an ITS has been established, there are revenue generation opportunities.
Some of these sources of revenue are:
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User fees
License fees
Revenue from data base use
Potential commission income
Privately funded information stations (i.e. kiosks)
Fees generated from data input points for privately funded information
providers (i.e. weather reporting)

Smart Card
A Smart card is a particular application of ITS. By using such a card as an
alternative to cash transactions, it becomes a lot like a credit card. In that
fashion it also has numerous revenue earning capabilities and other benefits:
■
■
■
■

Revenue generation opportunities with partners.
Encourages usage of public transportation
Reduces cost of fare collection
Improves convenience for users

The revenue potential lies in cash float, unused value in cards, cross-promotional
revenue (affinity card advertising), and enhanced passenger use of facilities.
Example: Washington State DOT. There is regional coordination underway for
are integration between several transit systems and the Washington State
Ferries.
Example: Maryland Mass Transit Administration. The MTA, in conjunction with
WMATA is currently in the process of procuring fare boxes for its bus fleet that
will incorporate the use of Smart Cards.

Alternate Transportation Development in
National Parks
With the passage of TEA-21, the National Park Service (NPS) and the
Department of Transportation (DOT) signed a memorandum of understanding to
improve public transportation in the National Parks. The MOU provided for joint
funding and technical assistance.
There are several applicable components to TEA-21, addressed by the MOU,
which are newly expanded opportunities to develop alternative transportation in
and around National Parks.

The Louis Berger Group, Inc.

26

Maine Department o f Transportation

Study o f Innovative Funding Methods

1. Increased Funds for Park Transportation Projects. Funding authorization
for the Park Roads and Parkways Program (PRP) increased up to $165 million
per year. The Alternative Transportation Program is to receive $5 to $15 million
from the PRP for the planning, design, and construction of alternative
transportation systems.
2. Additional Fund for “Priority Projects” Affecting Parks. In addition to
PRP funds, another $250 million is to be made available for specific projects of
studies affecting national parks.
3. Study of Transit Needs in National Parks. Funding is to be provided for a
comprehensive study of alternative transportation needs in national parks and
related public lands.
4. Transit Enhancements for NPS. TEA-21 provides funds for projects that are
designed to enhance mass transportation services or use and that are physically
or functionally related to transit facilities. Transit connections to parks within a
grant recipient’s service area are eligible for these funds. The funds may be
used for the following eligible purposes:
• Acquisition of scenic easements and scenic or historic sites,
scenic or historic highway programs (including the provision of
tourist and welcome center facilities).
• Provision of facilities for pedestrians and bicycles.
• Provision of safety and educational activities for pedestrians and
bicyclists.
• Landscaping and other scenic beautification
• Historic preservation.
• Rehabilitation and operation of historic transportation buildings,
structures, or facilities (including historic railroad facilities and
canals).
• Preservation of abandoned railway corridors (including the
conversion and use thereof for pedestrian or bicycle trails).
• Control and removal of outdoor advertising.
• Archaeological planning and research.
• Environmental mitigation to address water pollution due to
highway runoff or reduce vehicle-caused wildlife mortality while
maintaining habitat connectivity.
• Establishment of transportation museums.
5. Increase Enhancements Funds. The 10% required set-aside for the
Transportation Enhancements Program is expected to increase 40% or over $3
billion over the six-year life of TEA-21. New categories eligible for funding
include visitor centers, scenic and historic highway programs, pedestrian and
bicycle safety, habitat connectivity and assistance to transportation museums.
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6. National Scenic Byways. Funding for the National Scenic Byways Program
increased to almost $25 million per year to designate new byways and fund
byway-related projects. The eligible activities under this program include, the
development of a scenic byway program, related projects along roads designated
as National Scenic Byways, All-American Roads, or State-designated scenic
byways. Included are the construction of pedestrian and bicycle facilities, rest
area turnouts, highway shoulder improvements, passing lanes, overlooks and
interpretive facilities as well as the development and provision of tourism
information to the public and of scenic byway marketing.
7. Recreation Trails. Funding for the Recreation Trails Fund increased about
400% over ISTEA levels, to a total of $270 million over six years. Of funds that
are distributed, 30 percent must be used for motorized use, 30 percent must be
used for non-motorized use, and 40 percent must be used for diverse trail uses.
TEA-21 also raised the federal share from 50 percent to 80 percent of total
project cost.
8. Authorization to use NPS appropriation as match. TEA-21 authorizes the
use of NPS annually appropriated funds and FLHP funds as the local match for
may types of federally funded highway, transit, and other transportation projects.
FLHP funds may now be used as the local match for projects funded by the
Interstate Maintenance, National Highway System, Congestion Mitigation and Air
Quality and Surface Transportation programs, provided the project relates to
access to or within Federal lands. Even greater flexibility is given to NPS
annually appropriated funds, which may be used to pay the non-Federal share of
Recreational Trails and Scenic Byways Programs in addition to the programs
mentioned above.
9. Congestion Mitigation and Air Quality (CMAQ) Improvement Program.
Some of the eligible activities that fall under CMAQ include capital improvements
to transit systems that lead to an increase in transit ridership, implementation of
shared ride services and other Transportation Demand Management strategies,
traffic flow improvements, and pedestrian and bicycle improvements. Eligibility is
limited to serving areas that do not meet with the Federal air quality targets or did
not meet these targets in the past'.
10. ITS Program. The FHWA Rural Intelligent Transportation System Joint
Program Office is providing the NPS with $500,000 for an ITS Field Operational
Test. Acadia has been designated for this purpose.
Contacts: Lou DeLorme, Team Leader Park Facilities and Transportation 202
565-1254.
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III. Application to Maine’s Strategic
Passenger Transportation Plan
Portland Hub
Assets:
1. International Airport, with scheduled service.
2. Convenient Interstate Highway access.
3. A soon to be deployed Amtrak line to Boston North Station, with
intermediate station.
4. An active rail line on the St. Lawrence and Atlantic (SLR) through Northern
New England, via Maine’s Ski Resort Area to Montreal and intermediate
points in Quebec. This rail line stops short of an out-of-service bridge, the
only obstacle to downtown access.
5. An existing narrow gauge tourist train operates from the port facility area
to that same out-of-service bridge. Maine Narrow Gauge Railroad.
6. Two intercity bus lines to points north and south. Vermont Transit &
Concord Trailways.
7. A Port facility for freight and passengers.
8. An international ferry service to Nova Scotia, Canada. Prince of Fund
Cruises.
9. An operating public transit system within the Portland area. The Metro.
10. Ferry service to nearby islands. Casco Bay Lines.
11. A recreation path along the waterfront. Four bicycle rental companies do
business in Portland.
12. An attractive downtown location with a waterfront.
13. Cruise boat business. Bayview Cruises, Coast Watch & Guilding Light
Navigation, Devil’s Den Charters, Olde Port Mariner Fleet, Palawan
Sailing.
14. A booming local economy. The vacancy rate for downtown residential
units is less than 5%. A large influx of commuters has thus been created.
Plans:
1. Enhancement of the Port Facility to move and combine the ferry points of
departure, to expand parking and to accommodate other marine business.
2. Development of an Amtrak Station to serve the line to Boston and provide
parking and intermodal connections to intercity bus service and local
public transportation.
3. Development of rail, bus and/or ferry service to points to the north.
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a. A specific corridor will be developed to Freeport. Freeport is on the
train line to Montreal. The retail offerings of Freeport represent the
second largest tourist attraction in the State of Maine.
b. A commuter corridor will be enhanced between Lewiston-Auburn
and Portland and Lewiston-Auburn and Bath. Commuters between
Lewiston-Auburn and Portland and Bath have increased
dramatically. The development of an intermodal facility near the
present Lewiston-Auburn freight intermodal facility will provide
excellent highway access, a convenient location to build a multi-use
facility supporting commuter service, intercity bus services, local
transit and a link to the nearby airport.
c. Enhancement of ferry infrastructure so that high speed ferry service
up the coast becomes a possibility.
d. Enhance facilities for intercity bus routes to points north and south.
Tools to be considered:
Source of Capital
1. SIB. The SIB should be capitalized with surplus funds that now exist in
the Maine General Fund. This would be an ideal investment of one-time
funds, as SIB funds will be put to use in a manner that will insure their
future utility. In other words, investment of funds in a revolving loan
account, not only insures that one-time funds are not spent on
unsustainable activities, it insures that those funds will be there when
times are not as promising. Once capitalized with State funds, more
flexible funding could be provided to projects such as those existing in the
Portland Flub.
2. Issuance of Revenue Bonds by the Maine State Port Authority. The
involved projects are large enough to justify the economics of a bond
issuance. It would be beneficial to combine as many project ideas as
possible in one bond issuance, under one issuing authority. For instance,
consideration should be made into the combination of the intercity train
needs with,the port needs in one efficient access to the capital market.
3. Joint Development of Transit Assets. The downtown location combined
with the various private sector transportation providers provides excellent
opportunities to explore the joint development of transit assets.
Specifically:
a. Portland Port. The private ferry companies need facilities; freight
forwarders and shippers also need facilities. Services for both the
freight operators and the passengers should be incorporated into the
facilities such as dining facilities, commuter retail stores (dry cleaning,
business supply stores [i.e. Staples], business fulfillment stores [i.e.
Mailboxes or Kinkos], computer/internet points of sale, quick car
servicing providers, day care, travel information business, news
stands, and providers of other day-to-day consumer services [i.e. shoe
repair, key copying, video rentals, banking, etc.].
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b. Auburn-Lewiston. An intermodal facility will not only provide facilities
to private intercity operators, but will also provide a base for those very
same commuter and travel service businesses listed under a.
c. Train Station(s). It’s location in the downtown will also provide a mixed
commercial use opportunity.
d. Freeport. Freeport now has a parking challenge, which spells loss for
the retail commercial establishments in town. Any solution should
include them in the development of a joint facility.
4. Railroad Rehabilitation and Improvement Financing Program (RRIF). This
would provide an additional source of capital to develop the rail
improvements.
5. Toll Credits. These can be used to free up State dollars for other
purposes.
Sources of Revenue:
1. Special Benefit Tax Assessment Districts.
There are obvious
encatchment areas in which such a structure could be established to raise
capital.
2. Lease Payments. With the Joint Development of facilities, opportunities
arise for lease payments to help offset operating costs.
3. ROW leases. With the need for an enhanced telecommunications
infrastructure, additional ROW lease opportunities should be explored.
Also enhanced use of freight over the ROW should generate more lease
revenue.
4. User Fees. These can range from the use of passenger facility charges
(an added fee to ferry tickets or airline tickets) right on through to parking
fees, freight storage fees, and tolls.
5. Delayed Local Match. Local funds can be invested to earn interest.
6. Intelligent Transportation System revenue. If Smart cards are developed,
they can be a source of revenue. The gathering and storage of data is
also a source of revenue as well as the supply of data.

Bangor Hub
Assets:
1. An International Airport with a 10,000 foot runway, a well developed
terminal facility, ample parking and scheduled air service by American
Eagle (Business Express), Pan Am, US Airways Express, Comair (Delta),
and Finair (seasonal).
2. Convenient Interstate Highway access.
3. Intercity Bus Service.
4. A river front location.
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5. A major National Park in the area, Acadia National Park, the number one
tourist attraction in Maine.
6. Freight rail lines, which could be developed beyond present freight use.
7. Trenton Airport, with US Airways Express scheduled service to Boston.
The airport has limited parking and limited available land (due to the
necessity to maintain clear zones).
8. A public transit system within Mt. Desert Island, fueled by propone.
Plans:
1. The establishment of an intermodal facility (ies) in Bangor to collect
travelers from cars, planes, and intercity buses that are headed to
Searsport, the Islands, and Acadia National Park. Rail, ferry and/or rail
options will bring the travelers to those destinations from the intermodal
facility (ies). The route to Acadia would be via Trenton and would involve
either bus or rail. Trenton Airport would be another collector point. The
link would be to the local transportation in Acadia. Riverboat routes can
be established to link Searsport and other coastal ferry services.
3. Additional rail and intercity connections to be developed to Eastport and
Calais as well as to points within the interior of Maine.
Sources of Capital:
1. SIB.
2. Revenue Bonds. This may exist as a possibility if it is a combined project
with the airport and if enough combined revenues can be used to justify
the use of this tool.
3. Joint Development of Transportation Assets.
a. An Intermodal Facility located at the airport could attract the
participation of private commercial interests. If a significant
number of visitors were directed through this intermodal facility on
their way to local attractions, particularly Acadia National Park,
compatible commercial uses to service tourist and traveler needs
can contribute to the repayment of capital financing.
4. RRIF might be a resource to reestablish rail lines. Through this program
funds can be borrowed to acquire and rehabilitate rail line. Revenue from
tourist trains, public transit or freight operators can be used to repay the
loan.
5. Various National Park Service funding sources in TEA-21. The resources
made available under TEA-21 should be thoroughly reviewed for funding
opportunities. Funding can be provided for public transit facilities (rail or
intermodal), vehicles, recreation paths, intelligent information systems,
road enhancements, etc.
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Sources of Revenue:
1. Special Benefits Tax District. As there is an easily defined area of benefit
for public transportation improvement, this would be a desirable method of
helping to offset the public transit operating costs.
2. Lease Payments arising from jointly developed properties.
3. ROW leases.
4. User Fees. Parking fees are one obvious method of raising revenue.
5. ITS revenue. With an advanced booking aspect to ITS, as well as data
sharing opportunities, revenue can be realized.
The following matrices provide an overview of the relevance of applying these
funding strategies to the following upcoming MDOT Passenger Transportation
projects:
■
■
■
■
■

The Bayside Intermodal Terminal in Portland.
Lewiston-Auburn Intermodal Terminal.
Bangor Intermodal Terminal.
Brewer to Trenton Passenger Service.
A Marine highway with stops in Portland, Bath, Boothbay Harbor,
Rockland and Bar Harbor.
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BAYSIDE INTERMODAL TERMINAL - PORTLAND
INNOVATIVE FUNDING STRATEGY MATRIX

Ill Application to Maine’s Strategic
Passenger Transportation Plan

B ayside
Interm odai Term inal
P ortland

R e v en u e B onds

TIF

J o in t D evelo p m en t of
T ra n s p o rta tio n A ssets

D escription

U se o f lease revenue for
ca p ita l & operating costs.
T h e se sp ecific revenues
can be pledged to repay
bonds.

B rownfields Initiative
The value o f the
im provem ent w ill increase
the value o f the surrounding
property.

M ulti-use facility. D ue to
location o f facility, m ultiple
uses should be considered
fo r jo in t developm ent
betw een public & private
interests. The site w ould
b e n efit from high use
vo lu m e during tra n sit use
hours.

A pp licab ility

P arking revenues & lease
reve n g e s w ould be used to
re p a y obligation.

•Im p ro ve m e n t o f area w ill
enhance property values.
The increm ental revenue
from th a t increase can be
used to repay bonds.

•C o m m u te r/re ta il svcs
(q u ick lube)
•R e n ta l ca r
•In te rc ity bus
•P a rk in g garage
•T ra v e l inform ation

RRIF

1% Sales T a x o n rental
c a rs , room s and m eals in
co astal cou n ties

On site travel inform ation
through the use of
Intelligent Transportation
S ystem (ITS) te chnologies.
T h is includes inform ation,
variable m essage d isplays
& S m art Cards.

Loans & loan guarantees
offered by FRA.

C reation o f a sp e cia l tax to
find new in fra stru ctu re in a
g ro w th region.

A large num ber o f p eople
w ould becom e an a u d ie n ce
to travel inform ation m edia,
w hich in turn could feature
fee-paying com ponents.

Funds could be obtained for
acquisition o f right o f w ay &
im p ro ve m e n t o f rail line.
F unds can a lso be used for
interm odai facilities.

T h e coastal co u n tie s w ill
exp e rie nce a la rg e r rate of
g ro w th than the re s t o f
M aine, la rgely d u e to
attra ction o f co a sta l living,
tra n sp o rta tio n m obility
e n h an ce m e n ts & eco n o m ic
grow th.

IT S /S m art Cards

•T ra in station

A ir Rights

U tility A ccess Fees

A ir rights o ver the rail righto f-w a y (ROW ). The rail line
runs through a blighted
urban area, w hich w ill
becom e m ore valu ab le w ith
th e addtion of m ore
va lu ab le uses. T here m ay
be d e velopm ent potential
fo r the space o ver the
ROW .
T he rail line runs through an
urban area. A s property
va lu es increase, there w ill
be d e velopm ent potential
fo r the space above the
rig ht o f way.

R ail right-of-w ay can be
leased to utilities.

F iber o ptic cable needs are
grow ing for m any purposes
(including broad -band
telecom m unication. T h e rail
line lies on a strategic
north/south corridor.

A dvantages

• I t d oes not co u n t against
d e b t a ffo rd ab ility ceiling o f
sta te /lo ca l govt.
•C o s t o f building distributed
a m ong various uses.

•C a p tu re s the increase o f
value o f land to use fo r the
capital im provem ent costs.

•L e a s e revenue w ill cover
ca p ital & operating costs o f
facility.
•P o s s ib ility th a t som e
p a rties could participate in
d e ve lo p m e nt costs in
e xch an g e for lease
adjustm ents.

•W ill generate a d d itio n a l
revenue fo r operations.

•P ro g ra m offers an
a d d itional source o f capital.
•P ro g ra m m ay decrease
the financing expense o f
the project.
•F in a n c in g can be used as
se curity on revenue bonds.

•G ro w th in regional
e co n o m y w ill be used to
fu n d n e cessary
tra n sp o rta tio n
im provem ents.

•A d d itio n a l revenue can be
captured to fund capital
im provem ents & o ffset
operation costs.

•R e v e n u e

D isad vantages/R isks

•R is k th a t revenues w ill not
be su fficie n t to service
bond.
•M a y require a guarantee
from ge n eral funds.

•R e q u ire s tax increase to
secure the bonds.

•C o n flic tin g needs o f the
p artners m ay em erge.

•C re a te s additional debt
obligation.

•R is k th a t project m ay not
a ttra ct su fficient private
participation.

•A d d itio n a l tax.
•U n e q u a l ta x tre a tm e n t
b etw een in te rio r & coastal
counties.

•D e ve lo p m e n t m ay
in terfere w ith future rail use.
•T h e re m ay not be a
m arket.

•T h e re m ay not be a
m arket.

•V o te r approval required.

•W ill not generate
sig n ifica n t revenue,
o th e r sources w ill be
needed.

•S u b je c t to d e b t lim itations.
•P ro p e rty value m ay not
increase to specified level.
•T ra n s it & private interests
m ay be on d ifferent
developm ent tim e fram es

•C o u ld be perceived as
com m ercialization o f facility.

t

Im plem entation
R equirem ents

E ith e r an existing authority
can handle the financing &
con stru ctio n or a new
a u tho rity should be
developed.

R equires form ation o f tax
increm ental tax district.

T h e developing/operating
a u tho rity needs to e n ter into
d e ve lo p m e nt & lease
a g re e m e n ts w ith partners.

Fee agreem ents.

Funds & P otential
R evenue

A parking garage could net
$ 2 0 ,0 0 0 to $40,000 per
y e a r in revenue based upon
300 parking per day fo r
bond repaym ent.

$20K to $40K yearly can be
raised in increased property
taxes.

T h e re is an opportunity for
2 ,0 00 sq ft. lease netting
$ 20,000 to 40,000 per year.

R evenue ranges from
$ 20,000 to 40,000 p e r year
fo r com m ercial visib ility &
advertising.

A pp ly to F R A for project
financing.

Legislation to im p le m e n t
sp e cia l tax.

•N e g o tia tio n o f leases.

A fte r 10 years could
g e n e ra te $25,000 to
$ 50,000 per year.

•N e g o tia tio n o f leases.

Ill Application to Maine’s Strategic
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LEWISTON-AUBURN INTERMODAL TERMINAL
INNOVATIVE FUNDING STRATEGY MATRIX

L e w iston -A uburn
Interm odai Term inal

R e v en u e B onds

J o in t D e v elo p m e n t o f T ran sp o rtatio n
A ssets

1% Sales ta x on rental cars, room s
and m eals in c o astal counties

S m art P ass/ITS

D escription

U se o f lease revenue for capital &
op e ra tin g costs. S pecific revenues are
p ledged to repay bonds.

M ulti-use facility. D u e to location o f
facility, m ultiple uses sh o u ld be
considered fo r jo in t d e ve lo p m e n t
between pu b lic & p rivate interests.

C reation o f a special tax to fu n d new
infrastructure in a grow th region.

O n site travel inform ation thro u g h the
use o f Intelligent Tra n sp o rta tion (ITS)
technologies. This in cludes inform ation
kiosks, va ria b le m essage d isp la ys and
S M A R T cards

A pp licab ility

P arking re venues & lease revenues
w o u ld be u sed to repay obligation.

•F o o d
•C o m m u te r/re ta il svcs

The coastal counties w ill exp e rie nce a
larger rate o f grow th than the rest o f
M aine, largely due to attraction o f coastal
living, transportation m obility
enhancem ents & econom ic grow th.

W hile there m ay be a large n u m b e r o f
users, there w ill be a high perce n ta g e o f
com m uters, lim ited the ITS applications.
How ever, com m ercial visib ility could
g enerate revenue.

•L e a s e revenue can c o v e r ca p ita l &
operating costs o f facility.
•P o s s ib ility th a t som e p a rtie s could
participate in d e ve lo p m e nt co sts in
exchange fo r lease adju stm e n ts.

•G ro w th in regional e conom y w ill be
used to fund necessary transportation
im provem ents.

‘ G eneration o f a d d itio n a l reve n u e for
operations.

•A d d itio n a l tax.

•M a y require a guarantee from general
funds.

•C o n flictin g needs o f th e p a rtn e rs m ay
em erge.
•R is k th a t p ro je ct m ay n o t a ttra ct
su fficien t private participation.

•U n e q u a l tax tre a tm e n t betw een interior
& coastal counties.

‘ M ay not ge n erate su fficien t revenue
‘ Could be perceived as
com m ercialization o f facililty

Im plem entation
R equirem ents

E ith e r an existing authority can handle
th e financing & construction or a new
a u tho rity sh o u ld be developed.

The d e ve lo p ing/operating a u thority
needs to e n te r into d e v e lo p m e n t & lease
agreem ents w ith partners.

Legislation to im p le m e n t sp ecial tax.

Fee agreem ents

Funds & P otential
R even ue

A parking ga ra g e could net $20,000 to
$4 0 ,0 0 0 p e r ye a r in revenue based upon
300 parking p e r day fo r bond repaym ent.

Parking can g e n erate up to $4 0 ,0 0 0 to
$ 60,000 per year. C o m m e rcia l sp a c e of
2000 sq ft could yield n e t re ve n u e o f
$10,000 to $ 20,000 p e r ye a r in lease
revenue

•D a yc a re
•In te rc ity bu s-V T T rans
•P a rkin g
•R e n ta l
A dvantages

• I t d oes n o t co u n t against debt
a ffo rd a b ility ceiling o f state/local govt.
• C o s t o f building distributed among
va rio u s uses.

D isad vantages/R isks

•R is k th a t revenues w ill not be sufficient
to se rvice bond.

R evenue ranges from $ 5 ,00 0 to $6,000
per year fo r co m m ercial-visib ility and
aversions

Ill Application to Maine’s Strategic
Passenger Transportation Plan

BANGOR INTERMODAL TERMINAL
INNOVATIVE FUNDING STRATEGY MATRIX

R evenue Bonds

Joint D evelop m ent o f T ran sp o rtatio n A ssets

D escription

U se o f lease revenue for capital & operating
costs. S pecific revenues th a t are pledged to
re p a y bonds.

M ulti-use facility. Due to location o f facility,
m ultiple uses should be considered fo r jo in t
d e velopm ent between public & p rivate interests.

O n site travel inform ation through the
u se o f Intelligent Transportation
S yste m s (ITS) technologies. This
in cludes inform ation, variable m essage
d is p la ys & S m art Cards.

Loans & loan gua ra nte e s offered by
FRA.

A sse sse s a p a ss en g e r facility ch a n g e to
fu n d ca p ital costs. F ees w o u ld be
co llected through airline ticket
purchases.

A p p lic a b ility

P arking revenues & lease revenues w ould
be used to repay obligation.

•In te rc ity bus
•R a il
•F o o d

A large n u m b e r of people w ould becom e
a n audience to travel inform ation m edia,
w h ic h in turn could feature fee-paying
com ponents.

Funds could be obtained fo r acquisition
o f right o f w a y & im p ro ve m e n t o f rail
line. Funds can a ls o be used for
interm odai fa cilities.

A fa cility asso cia te d w ith the passen g e r
u se o f B angor A irp o rt co u ld be used to
fund ca pital im p rovem ents to e nhance
m obility.

•L e a s e revenue can co ve r capital & operating
costs o f facility.
•P o ssib ility that som e parties could pa rticip a te in
developm ent costs in exchange fo r lease
adjustm ents.

•W ill g enerate additional revenue fo r
operations.

•P ro g ra m o ffe rs an additional so u rce o f
capital.
•P ro g ra m m ay decre a se th e financing
expense o f th e project.

•P a s s e n g e rs w ould p ay fo r facility
im provem ents.

•R is k th a t revenues w ill n o t be su fficien t to
se rvice bond.
•M a y require a guarantee from general
funds.

•C o n flicting needs o f the partners m ay em erge.
•R is k th a t project m ay not attract s u fficie n t p rivate
participation.

• W ill not generate significant revenue,
o th e r sources w ill be needed.

Im plem en tatio n
R equirem ents

E ith e r an existing authority can handle the
fin a n cin g & construction or a new authority
sh o u ld be developed.

The developing/operating authority n e e ds to e n te r
into developm ent & lease agreem ents w ith
partners.

F e e agreem ents.

Funds & P otential
R evenue

N e t parking revenue can be $50,000 to
$10 0,0 0 0 p e r year.

1,000 sq. ft can yield $5,000 to $ 1 0 ,0 0 0 p e r year.

R e ve n u e can range from $20,000 to
$40 ,0 0 0 per ye a r fo r com m ercial
visib ility and advertising.

B an g o r In term o d ai
Facility

•R e ta il

A dvan tag es

D isad vantages/R isks

• I t d o e s n o t co u n t against d e b t a ffordability
ceiling o f state/local govt.
• C o s t o f building distributed am ong uses.

ITS /S m art Cards

R RIF

A v iatio n P as s e n g e r F acility C h arg es
(P F C s )

•F in a n c in g can be used as se cu rity on
revenue bonds.
•C re a te s a d d itio n a l debt obligation.

•C o u ld be perceived as
co m m ercialization o f facility.

•B e n e fit w ould not be confined to airpo rt
use, w hich m ay re su lt in aviation interest
opposition.
•B a n g o r already has su fficie n t parking
p e r airport.

A pply to FR A fo r p ro je ct financing.

Im plem entation o f P F C ’s through FAA
program by w ay o f n e gotiation w /airport.

$2 5 ,0 0 0 to $50,000 can be derived from
P FC revenue.

BREWER TO TRENTON PASSENGER RAIL
INNOVATIVE FUNDING STRATEGY MATRIX
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B re w e r to T re n to n P as s e n g e r R ail

R RIF

1% on R ental cars, room s, m eals in coastal
counties

U tility ROW R evenue

N PS U ser Fees

D escription

Loans & loan guarantees offered by FRA.

C reation o f a special ta x to find new in frastructure
in a grow th region.

Rail right o f w ay can be leased to u tilities

Establish a user fee fo r access to A ca d ia N ational
Park.

A p p lic a b ility

Funds could be obtained fo r acquisition o f right o f
w a y & im provem ent o f rail line. Funds can also be
used for interm odai facilities.

T h e coastal counties w ill exp e rie nce a la rg e r rate of
g ro w th than the rest o f M aine, largely due to
a ttraction o f coastal living, tra n sp o rta tio n m obility
e n hancem ents & e conom ic grow th.

F iber optic cable needs are g row ing fo r m any
purposes (including bro a d -b a nd
telecom m unication). T h e rail line lies on a strate g ic
north/south corridor.

A u ser fee to be collected at p o in t o f entry.

A d v a n ta g e s

•P ro g ra m offers an additional source o f capital.
•P ro g ra m m ay decrease the financing e xpense o f
the project.
•F in a n c in g can be used as security on revenue
bonds.

•G ro w th in regional e co nom y w ill be used to fund
nece ssa ry transportation im provem ents.

•A d d itio n a l revenue can be cap tu re d to fund capital
im provem ents & o ffse t o p e ra tio n costs.

•W ill sh ift the im pact cost fo r c a r users to
transportation alternatives.

D is ad va n ta g es /R is k s

•C re a te s additional debt obligation.

•A d d itio n a l tax.
•U n e q u a l tax tre a tm e n t between interior & coastal
counties.

•D e ve lo p m e n t m ay interfere w ith fu tu re rail use.
•T h e re m ay not be a m arket.

•W ill require a d ifficult negotiation betw een Federal
and State governm ents.

Im p lem en tatio n
R eq u irem en ts

A pp ly to FR A for p roject financing.

Legislation to im p le m e n t special tax.

•N e g o tia tio n o f leases.

Funds & P o ten tial
R even ue

A fte r 10 years could g e n e ra te $ 2 5 ,0 0 0 to $50,000.

$100,000 to $200,000 p er year.

Ill Application to Maine’s Strategic
Passenger Transportation Plan

PORTLAND TO BAR HARBOR MARINE HIGHWAY
INNOVATIVE FUNDING STRATEGY MATRIX

M arine H ighw ay

D esig n, Build, O perate

N ative A m erican
C asino

L ease Revenue

IT S /S m a rt C ards

T a x in c rem e n ta l fin an cin g /R evenu e
B ond

P assen g er F acility C harges

D escription

F o r a nom inal lease term , the design,
build & operation of ferry svc and
facilities can be franchised to the
private sector.

Franchise the o peration o f ferry svcs to
an entity th a t can d erive revenue from
gam bling.

O th e r com m ercial concerns can be
located a t ferries, w hich w ould
contribute revenue to operations.

On site travel inform ation through the
use o f ITS technologies. This includes
inform ation, variable m essage displays
& S m art Cards.

T he c o s t o f an im provem ent can be
fin a n ce d through its contribution to the
in c re m e n ta l e n h an ce m e n t o f local
p ro p e rty va lues. .

The cost of ca p ital im provem ents can
be covered through th e im position of
u se r fees

A pplicability

Based upon a ridership & revenue
projection, ow ners/operators can be
solicited fo r the service.

• A native A m erican o peration can
derive revenue from gam bling.

•F o o d service
•R e ta il establishm ent
•T ra v e l services

A large n u m ber o f people w ould
b ecom e an audience to travel
inform ation m edia, w hich in turn could
fe a ture fee-paying com ponents.

T he va lu e o f im proved transportation
m obility can im prove the property
va lu es in the affected com m unity.

A n additional fee can be levied upon
ferry users.

•C a r rental
•P a rkin g
A dvantages

•M in im a l initiation o r capital co s t by
S ta te o r local G overnm ent.
•S h a re d risk on operating loss.

•R id e rs h ip revenue w ill not have to
stand alone to su p p o rt the service.
•T h e need fo r g u arantees o r subsidies
is not necessary.

•L e a s e revenue can help o ffse t
operating costs.

• W ill ge n erate additional revenue for
operations.

‘ C a p tu re s the increase o f value of
su rro un d ing land to finance the
im provem ent.

* T h e capital im p ro ve m e n t is funded
by the people w ho w ill benefit from the
im provem ent

D isad vantages/R isks

•L o s s o f control o f facilities & design.
• A ridership guarantee m ay be
necessary.

•A d d itio n o f ga m bling fa cility w hich
m ay have potential controversy.

•R is k th a t there m ay not be interest in
locating a t seasonal facilities.
•B a la n cin g o f interests in jo in t use
facility.

• W ill not g e nerate significant revenue,
o th e r sources w ill be needed.
•C o u ld be perceived as
co m m ercialization o f facility.

‘ R e q u ire s a “tax increase" to secure
the bonds
‘ V o te r a p p ro va l required
‘ S u b je ct to d e b t lim itations
* P ro pe rty va lu e m ay n o t increase

‘ C reates a price d isincentive to
a lte rn a te :ransportation
‘ Im position o f a u se r tax
* C o st w ill be incurred in collection o f
fees

Im plem entation
R equirem ents

Invite interested parties based upon
ridership and revenue projections.

Invite interested parties to o perate
services.

T h is could be e ith e r a com ponen! o f a
franchise fo r service o r a stand-alone
lease.

Fee agreem ents.

R e q uire s fo rm atio n o f a tax
in cre m e n ta l fin a n ce district

Legislation to a u tho rize the fee.

Funds & P otential
R evenue

T h is could result in a ferry system at
no co st to state o r local governm ent.

This could result in a ferry system at
no co st to state o r local governm ent.

M ost lucrative locations w ould be 1500
sq ft in P ortland/B ar Harbor. The o th e r
locations w ould co ve r 1000 sq ft. T h is
could generate $ 50,000 - $100,000 p er
year.

R evenue ranges from $20,000 to
4 0 ,00 0 per ye a r fo r com m ercial
visib ility & advertising.

TIF co u ld g e n erate $20,000 to $40,000
per year.

It is estim ated th a t up to 1400
passengers p e r d ay w ould use the
service. W ith a $3 fee, could net
$400,000 >o $ 5 0 0,0 0 0 per year.

